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1 Introduction 
   As in other West African countries, transport development in Nigeria after the 
establishment of colonial administration had remarkable characteristics. Almost 
all railways and motorable roads constructed in the beginning of this century were 
those which linked sea port and its hinterland. These railways and roads have 
served not only as evacuation means of agricultural products or mineral products, 
but also as delivering means of imported goods. Since 1920's, some  tewn-tc-town 
roads have began to be constructed, however, until second World War, the char-
acteristics mentioned above have not changed fundamentally (Udo, R.K. 1978). 
   Cocoa was one of the most important agricultural products which were 
evacuated and transported from producing area to coastal ports using these 
transport systems. So the development of railway and road transport must 
have had an influence upon the development of cocoa production. But there are 
few studies done on this topic. Some studies on transport development in Nigeria 
have paid much attention to the process of development of road and railway 
itself, and they have paid little attention to the effect of transport development on 
cocoa production (Hay, A.M. 1968; Akinfemiwa, A. 1965; Walker, G. 1959). 
   On the other hand, some studies on cocoa production have not assigned enough 
space to the influence on cocoa production by the development of road or railway 
transport. Cocoa was introduced into Nigeria towards the end of the nineteenth 
century, and soon it became one of the most important cash crops in the Western 
Nigeria. This rapid expansion of new cropping in Nigeria attracted some scholars' 
attention on Nigerian farmers' responsiveness to the market incentive. And the 
topic concerning to the effect of transport development on cocoa production were 
underestimated or  almost disregarded. There is another right reason for this 
 disregard.') It is said that, in the rural area, many local roads were constructed or
1)
Honorary Visiting Research Fellow at University of Ibadan, Nigeria (Institute of 
Developing Economies, Tokyo) 
Some studies on the economic determinants of cocoa production in Nigeria seemed to 
assume that the cocoa output in any given year depends primarily on past plantings. 
And in turn the past (about 7 years or more) plantings were thought to be a function 
of expected future price at the time of plantings occurred (Galletti, R. and others 
1956). But the latest studies show that there is not so strong relationship between 
plantings and the 'real' price of cocoa (Berry, S.S. 1967, 1974; Oni, S.A. 1973; Oni, 
S.A. and J.K. Olayemi 1974).
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maintained by local administrations before trunk roads reached these rural areas. 
So the cocoa planting was not associated with these trunk roads' construction, but 
rather it was preceded to the construction or completion of the roads. But every 
local roads constructed by the local administrations hould have been connected 
to the trunk roads or railway stations, and it was not until these roads reached 
the modern trunk roads or railway stations that these roads became important 
routes for evacuating local products. In fact, it is widely seen that cocoa had 
been planted before trunk roads reached the area, so once the roads reached the 
area, amount of cocoa transported through the roads jumped immediately. But 
more important fact is that rapid  growth in cocoa planting usually emerged 
after these trunk roads reached the area. 
   In this paper, the author will not discuss about reasons or factors which 
motivate farmers' planting of cocoa before trunk roads were constructed, and much 
attention will be paid to the effect of road construction on acceleration of cocoa 
production. This topic is not only interesting from geographical viewpoint but 
also very important. Because the growth of cocoa production have been sustained 
by the expansion of cocoa production area. And this geographical expansion owed, 
to some extent, to the development of transport systems.
2 Development of transport systems in Western Nigeria 
   Fig. I shows the date of opening the railway in Western Nigeria. The rail-
way construction began in 1896 from Iddo near Lagos, and reached Ibadan in 
1901. The railway reached Iwo in 1906, Oshogbo in 1907, Ikirun and  florin in 
1908 and Jebba (South) in 1909. 
   Fig. 2—Fig. 5 show the roads which were under construction in each instructed 
years. These constructions include surfacing, improvements or replacing of 
bridges, widening and other reconstructions. These data are given by Blue Books 
of 1906, 1912-13, 1920, 1922-33, 1935/36. They do not tell us the date of opening 
of each motorable roads. But the date of under construction is preceding the date 
of opening, so we can know the date when the construction were completed. And 
further, if the road was under construction in some different imes, we can know 
that such road was so important hat it was improved or reconstructed many times.2) 
But for the reference, roads constructed by 1920 are shown in Fig. 6. 
   In the Western Nigeria, the road motor services were openedin  1906, from 
  2) In rainy season, roads became muddy and sometimes they are drenched, and even 
      paved roads are destroyed byheavy rain. So continuous improvements arenecessary 
      to maintain the condition of important roads. This is why the authorattached 
      great importance not to the date of completion f road construction, but tothe date 
       of under construction.
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Development of Road Transport and Cocoa Production in Western Nigeria
                  Fig. 6 Motorable roads (constructed) by 1920 
1930. These developing processes of transport in Western Nigeria can be 
marized in Table 1. 
      Table  1 Developing process of transport in Western Nigeria  (1901-1935/36)
15
SUM-
Period Railway Roads
 III
 1901-1906 
 1907-1922 
 1923-1935/36
Lagos-Ibadan 
Lagos-Jebba 
Lagos-Jebba
Feeder roads (after 1920, a few 
  town-to-town roads) 
Roads from coastal ports to 
 inland towns
3 Changes in cocoa transport 
   Table 2 shows volume of cocoa transported by the Nigerian Railway and 
exported from Nigeria. It is said that there is no reliable statistics on the 
tonnage of cocoa transported by the Nigerian Railway before 1921 (Ekundare, R. 
0. 1973  p.  138). But the author acquired these statistics for 1911-15 from 
Administrative Report of the Nigerian Railway, so he thinks that they also be 
fairly reliable. 
   Until 1906 when the railway reached Ibadan, quantity of cocoa exported was 
almost less than 500 tons, only exception was 531 tons in 1904. It was not until 
1906 that cocoa export began to increase rapidly. By this time, as far as govern-
ment was concerned, they built the railway for strategic and commerical reasons. 
And the commercial reasons did not mean the extraction of cocoa and groundnut 
but it meant the extraction of palm products and cotton. So expansion of cocoa 
production was only by-product of the railway (Berry, S.S. 1969 p. 193).
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Table 2 Tonnage of cocoa exported and 
     by Nigerien Railway
transported
year
Quantity of cocoa 
 transported by 
 Railway (tons)
Cocoa-exported 
from Nigeria 
       (tons)
1911 
1912 
1913 
1914 
1915
1921-22 
1922-23 
1923-24 
1924-25 
1926-27 
1927-28 
1928-29 
1929-30 
1930-31 
1931-32 
1932-33 
1933-34 
1934-35 
1935-36 
1936-37 
1937-38
 1,180 
 1,  967 
 2, 484 
4, 238 
5, 316 
 22, 840 
 26, 825 
24,  688 
 31,149 
27, 000 
28, 000 
34, 000 
31, 000 
18, 000 
18, 000 
26, 000 
27, 000 
30, 000 
35, 000 
28, 000 
34, 000
*1
*2
 4,401 
 3,390 
 3,621 
 4,939 
 9,105 
 17,944 
 31,271 
 32,821 
 37,  205 
39, 000 
 39, 000 
49, 000 
 55, 000 
 52, 000 
53, 000 
 71, 000 
61, 000 
78, 000 
 88, 000 
 80, 000 
103, 000
*1
*3
 Source:  *1 - Nigerian Railway ,  A  dministrative Report,  1911,-.491  4
   Nigerian National Archives, CSO 26/2,  file no. 16570, 
     Railway Freight on Cocoa 
 *2  Ekundare, R.O.  (1973)  : p. 168 
*3 - Helleiner , G.K.  (1966)  : Appendix  IV-A--8
   And if we look into the table more in detail relation to the above mentioned 
development of transport systems, we can find another coincidence. The quantity 
of cocoa exported jumped from 17,944 tons in 1921 to 31,271 tons in 1922, and it 
increased to 37,205 tons two years later.  It means that the quantity of cocoa 
exported was doubled during these four years when many road constructions were 
completed or started. These roads were not feeder roads to the railway, but 
independent ones connecting cocoa producing area to the coast. 
   The first rapid increase in cocoa export after late 1900'swas owing to the growth 
of cocoa production in Ibadan area which was coincident o railway's opening to 
Ibadan. And the second remarkable increase in cocoa export in early 1920's was 
coincident o road's opening to Ondo which was the centre of new cocoa producing 
area. These coincidences seem to show that the cocoa export is highly related to the 
development of transport network (see Fig. 7).
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   Berry said, "The rising trend of plantings in Ondo after 1926 was partly 
associated with the improvement of transportation facilities, but the main impetus 
for new plantings appears to have come from higher prices". And further in the 
footnote for this sentence, she said, "In most of the areas I studied, motorized 
transport facilities were not a necessary prediction for the development ofcocoa 
production. In many areas, feeder roads to the railway were constructed after 
cocoa had been planted extensively and at the instigation of local farmers and 
traders, who put pressure on the government o build more roads" (Berry, S.S. 
1975  p.  80). 
   But these Berry's views seem to be correct only when the cocoa price was so 
high that the transport cost from production area to Lagos was relatively small. 
In the next chapter the change in transportation cost will be examined. 
4 Transportation cost 
   We have the dataabout the cocoa prices in Lagos, but we have no reliable data 
about the cocoa price in each town before 1947 when Nigerian Cocoa Marketing 
Board was established and they began to collect the data. So when we try to 
know the cocoa prices in  particular areas or in paticular towns, we must calculate it 
by subtracting transport cost from the cost in Lagos. 
(i) 1901-1906 
   Before 1906, when the railway had a monopoly of cocoa transport, the railway 
tariff was the prime factor which decide the transport cost. As the author has not 
seen the railway tariff before 1906, it can not be discussed here this matter. But 
in these years, the cocoa price was so high that the transport cost for railway can 
be thought as a minor factor. 
   Concerning to cocoa planting in these cradle years (including the late of 19th 
century), Berry proposed some interesting facts. The high proportion of early 
cocoa farmer had experiences to have travelled extensively3) (to Lagos or beyond) 
 and/or had converted to Christianity. And to explain the reason why farmers in 
Ibadan or Ilesha adopted cocoa growing more quickly than did farmers in Ife and 
Ondo, she proposed some  reasons; in Lagos, there were many African merchants 
whose business had suffered from the prolonged ecline and began to establish cocoa 
farms, and in Abeokuta and Ibadan, the effects of demobilization (after the Yoruba 
Wars ended in 1893) combined with the exhaustion of wild rubber supply and the 
  3) In case of Igbogila area about 40 km to the west from Abeokuta, people  fledto 
      Lagos to take refuge while there was Aduki War (1914-1918). And these peoplesaw
      cocoa in Lagos and they joined in the work. After the war, they went back their 
      home town bringing along with them some stands of cocoa (Owolabi,  E.O. 1967 p.2).
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advent of railway encouraged early experimentation with cocoa (Berry, S.S. 1975, 
45-53). She thinks the advent of the railway was one of the factors, and that was 
minor one. 
   By this time, the cocoa price was so high that farmers living not far from
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railway station could fully enjoy the benefits of cocoa production (see Fig. 7) 
Berry's view can be applied in this period. 
(ii) 1907-1922 
   From 1907 to 1922, the feeder oads extended to some northern Yoruba towns, 
and potential cocoa producing area extended along these roads. But at the same 
time, the cocoa price was continually declining gradually (by real price index, 
it declined rapidly), and the transport cost increased the importance than before. 
   From Table 3, we can see that in case of Oshogbo in late 1900's, about £33. 8s. 
per ton was left as a margin to cover the price paid to producer, middle-men's 
profit and transport to Oshogbo station. But ten years later, it decreased to 
about £28 per ton, these margins come to £31. 8s. (in late 1900's) and £26 (in 
late  1910's) respectively. 
                 Table 3 Cocoa price in Lagos and Railway Tariff
Average cocoa price in  Lagosa)
Railway Tariff; to Lagos from each 
       station  (1914)1)) (perton)
1905-4909 
 1910-4914 
 1915-‘4919
38 
37 
33
11 
5 
2
Ibadan 
Ileigbo 
Oshogbo 
 florin
3 
4 
5 
6
8 
2 
1
 d 
2 
7 
10 
9
       Source: a) Calculated from Berry  (1975)  : p. 233 Appendix III, Table 3 
             b) Nigerian Railway (1914): Tariff  (N.A.I.,  OX/C 18), 1914,
                  Ebute Metta, Railway Printer 
   Fig. 8 shows the amount of marginwhich will be paid to producers, middle-
men and transport o each town, and figures put in parentheses show transport cost 
from Lagos to each town. It assumes that the price paid in Lagos is £35 per ton. 
And road transport cost from each railway station is calculated as one pound per 
ton in every 16 km which is based on the example, that, from Oshogbo Station to 
Ilesha, it is about 32 km and it cost £2 per ton (Hammond, F.D. 1924  p.  108). 
   In these days, there was no motorable road from Ife to Ede whereis the 
nearest railway station from Ife. So the cocoa price in Ife was lower than the 
price in Ilesha. And in Ijebu-Ode which town is far away both from Abeokuta 
and Ibadan stations, the cocoa price was very low in spite of its advantageous 
geographical distance to Lagos. And there was also no motorable road from Ondo 
to any railway's station, cocoa price in Ondo area should be very low in these 
days. According to Berry's findings, cocoa prices in Ondo in  1921/22 and in 
1923/24 were 8  shillings per ton and  £3. 7s. per ton when cocoa prices in Lagos
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were £21. 5s. per ton and £16. 2s. per ton respectively. This means that, trans-
port costs from Lagos to Ondo were around £20. 17s.  (1921/22)r-112. 15s. (1923/24) 
per ton. It is very reasonable to think that transport costs from Ondo to Lagos 
in 1910's were much higher than that of  1921/22 or  1923/24, so although the 
average cocoa price in 1910's in Lagos was higher than that of  1921/22, 1923/24, 
cocoa prices in Ondo area in 1910's were very low.
W12 
 (68S)
7/4-2718 (1%-1525)
          Fig. 8 Margin payable to producers and middlemen, and transport 
             cost from Lagos. Pounds/Shillings (Shillings)         
1  pound-20  shillings=  240 pences 
   Generally speaking cocoa prices in 1910's were relatively high, so "it was 
not so much that the rate (of railway) was too high for cocoa grown close to 
Oshogbo and Ibadan (and) if it had been lowered, more distant areas should have 
been brought into cultivation with profit" (Hammond, F.D. 1924 p. 109). But in 
remote areas from both railway stations and feeder roads, there should be little 
motivation for farmers to plant cocoa trees. This is one of the main reasons why 
the cocoa producing area before 1920 extended only into the areas where people can 
easily access to railway stations or its feeder roads. 
(iii) After 1923 
   Between 1923 and 1925, construction of epoch-making roads for cocoa 
producing area began. One of them is Ibadan-Ejirin (or Ejinrin) road and the 
other is Ondo-Agbabu road. 
(a) Ibadan-Ejirin road 
   This road is the road which allow to motor traffic direct competition with
       Development of Road Transport and Cocoa Production i Western Nigeria 21 
railway traffic. The railway tariff was revised in 1926, and the cocoa transport 
fare was cut down (see Table 4). But still the loss of railway revenue caused by 
undue competition by motor transport later became fair amount of money4), and 
the Nigerian Railway strongly persisted that the motor transport which paralleling 
the railway should be prohibited. And the Committee which aimed at making 
"recommendations a to the propriety and practicability of restricting such motor 
transport by subjecting it to heavier taxation or by limiting or conditioning 
Licences" was set up in 1933. 
   The Committee's recommendation was a compromise which said that no motor 
transport should be prohibited or restricted, railway should consider the 
possibility of attracting tonnage by introducing a reduced flat rate for  traffic in
Table 4 Nigerian  Railway, 
inclusive
tariff for cocoa 
terminal charges)
(to Iddo 
per ton
and Apapa  Local,
Stations
 1914*' 
(Class 2) 
 s .
 19251'2 
(Class 
 Special) 
 s,
 19254'8 
(Class 6) 
 s  d.
1926*3 
(Class 6) 
 s,  d.
 1933*4 
(Class 5) 
 s.  d.
Agege 
 Ifo 
Agbesi 
Itori 
 Waghimi 
Owowo 
Abeokuta 
 Eruwa-Rd. 
Ibadan 
Lalupon 
Iwo 
Ileigbo 
Origo 
Ede 
Oshogbo 
Ikirun 
 Illa Market 
 Ilorin
 7/8 
18/8 
19/3 
22/0 
24/2 
26/5 
34/1 
48/11 
68/2 
77/7 
84/7 
88/7 
93/6 
97/4 
102/10 
110/0 
117/9 
121/9
66/6 
 90/10 
97/3 
101/0 
103/0 
105/0 
107/0 
 110/0 
115/0
52/4 
71/0 
79/10 
87/6 
91/4 
96/4 
100/2 
105/1 
112/10
52/4 
71/0 
75/8 
79/9 
81/10 
84/5 
86/6 
89/1 
93/2
7/6 
15/0 
15/0 
15/0 
17/6 
17/6 
21/0 
35/0
 50/0
 Source:  *1 Nigerian Railway, Tariff  (1914): Ebute Metta, Railway Printer, 
               1914  (N.A. I., OX/C 18) 
           *2 - Report on the Railway System of Nigeria, by F.D. Hammond, 
                London, 1924 
           *3 - Railway Freight on Cocoa (N.A.I., CSO 26/2-file no. 16570) 
            *4 - Report of Committee on Road vs. Railway Competition, Lagos, 
                 Govt. Printer, 1933  (N.A.I.,  CE/B16) 
4) The General Manager of Nigerian Railway informed the Committee on Road 
   Railway Competition that the prospective loss of the railway is from £200,000 
   £250,000 in 1933 (N.A.I. CE/B 16).
 VS. 
to
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the competitive zone, and the licences for the commercial motor vehicles competing 
with the railway should be doubled. 
   In spite of strenuous appeal of Nigerian Railway to the Committee, the 
road traffic was not restricted, on the contrary, to attract onnage to railway traffic, 
the Nigerian Railway was recommended to introduce a reduced flat rate for traffic. 
This is because most of cocoa-dealers5) were against to any policies which lead to 
increase of transport cost. And this is also because Mr.  O.T. Faulkner, Director of 
Agriculture, Ibadan, has been consistent in his opinion that such policies which 
discourage cocoa production in Western Nigeria should not be enforced. Even 
in early 1930's when world price of cocoa was much lower with surplus stocks of 
cocoa in the world, and something which control cocoa supply to the world 
market should be done, he opposed to policies which directly or indirectly dis-
courage cocoa production (N.A.I., CSO  26-688/690-28604).
%16 
3410
ID
      Fig. 9 Transport cost of cocoa to Lagos.  Shillings/pence 1  shilling= 12 pence 
   The situation was unfavourable to the Nigerian Railway, and which no longer 
have been able to keep a monopoly of cocoa transportation. Fig. 9 shows  trans-
port cost from each town to Lagos, by road, by railway and by water transport. 
Figures put on the map are obtained from Cocoa Advisory Committee Minutes 
held in the Nigerian Secretariat on 18th November, 1939. Road freight is 
  5) Only a big dealer seems to have opposed to road construction. The Director of 
      Agricultural Department, Ibadan, said in his letter to the Chief Secretary to the 
      Government, Nigerian Secretariat, "The road has been a subject of controversy for ten
      years or so. On the one side the producers and my department, on the other the
      European firms, especially one firm, and their store keeper" (N.A.I. CSO  26/3-690-
     28604, III 250 a-e).
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calculated on two bases; (i) on main roads when ample lorries were available and 
return freights obtainable, 2 pence per ton•mile, and (ii) in other roads where 
lorries were most  difficult to obtain and where return freights were uncertain or 
unobtainable, 5  pence. per  ton•mile. These figures are based on railway freight of 
1939 when the railway freight of cocoa was much lower than that of 1920's. So if 
we use the railway tariff of 1926, we should find that road transport freight were 
lower than railway freight even in Ibadan. 
   By 1933, it was estimated that about 210 lorries were directly engaged between 
Lagos and Oshogbo and between Ejirin and Ibadan, and 300 drivers, 300 assistant 
drivers, 400 labourers, 200 lighter and canoemen and 300 shopmen, clerks, 
artisans etc., were engaged to operating the lorries. This means that road transport 
made remarkable growth until this time. 
   In early thirties, tonnage of cocoa transported by the Nigerian Railway dropped 
under 50 percent of tonnage of cocoa exported from Nigeria (see Table 2). One 
reason is swollen shoot and black pod diseases which infested cocoa belt along the 
railway particularly in the  He and Ilesha district. And the second reason is 
development of cocoa production in  Ondo area where almost all cocoa can be 
transported by road to Agbabu or Okitipupa and then by ship to Lagos. And the 
third reason is the above mentioned transfer from railway to road. 
 (b) Ondo-Agbabu road 
   Construction of Ondo-Agbabu road began on 25th July of 1925 and completed 
around 19286). As mentioned above and indicated on Fig. 9, completion of this 
road was epoch-making event for the  Ondo farmers or for those who had been look-
ing for new cocoa farm around this area. Before this road was opened, people had 
to bring their product, cocoa, about 50 km east to Akure and about 120 km north-
west to Oshogbo where there was railway station. But after the opening, they could 
transport cocoa about 70 km south to Agbabu, and thence, they could use ship 
service to Lagos. It not only shortened the distance covered but also much 
contributed to reduce the transport cost (see Table 5). It was natural that in 
Ondo area the rate of new cocoa planting rose sharply after completion of this 
road (see Fig. 7). Adefowoju said, "Cocoa growing started in Ondo Division in 
about 1910 but there was no market for cocoa up to 1920 when silver carriage was 
introduced into the Divisions. .. and the clearing of the sudd between Gbekebo 
and Okitipupa in 1922 encouraged the farmers to plant more cocoa" (Adefowoju, 
 J.  J. 1962  17-18). 
  6) According to Blue Books, Ondo-Agbabu road's construction (bridges and culverts 
      works) had not finished in  1928, but in the following year, there was no record on 
      that road. But some studies say that the road was opened in 1927.
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Table 5 Cocoa price in Ondo
Crop year 
1921/22 
 23/24 
 24/25 
 25/26 
 26/27 
 27/28
fair average quality  (£ per ton)
 0.8 
 3.  7 
16. 5 
 17.7 
 42.  0 
 43. 4--47.  9
 Source  : Berry, S.S. (1975), p. 81, Table  III. 4. 
5 Development of road transport in Ondo Area and its influence on so 
   called  Perverse' economic behaviour 
   Why the rate of cocoa plantings rose substantially in Ondo area despite the 
fact that farmers' terms of trade fell sharply from  1927/28-1931 ? Berry 
explained this 'perverse' economic behaviour (not price responsive behaviour) by 
enlightening on changing economic opportunities outside cocoa farming and of 
Nigeria's colonial economic structure at that time. She said that the depression 
may have enhanced the relative advantages of farming in the forest belt, and 
cocoa remained a relatively attractive economic rop. There were many  exgovern-
rnent workers and traders whose business failed because of depression, and they 
moved into agriculture, and further, during the depression, even cocoa farmer 
increased to grow their own food crops, and "the southern demand for food stuffs 
'imported' from savannah areas appears to have declined (Berry, S.S. 1975 p.85). 
   Fig.  10,--,12 show the average retail prices of some staple food-stuffs most 
case in Lagos. We can find that during the depression the price of  staple  food-
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stuffs declined sharply. This fact is consistent with Berry's explanation. And 
Table 6 shows the tonnage of yams which were brought in each station. Slight 
decline of tonnage can be seen in 1927 and 1932. And from this Table, we 
can image the situation that "foodstuffs 'imported' from savannah areas appears 
to have declined". Even during the depression, more than 90 percent of yams 
which were brought in the stations between Lagos and Jebba were brought in the 
stations situated north of Ibadan i.e. situated in savannah areas, however, total 
amount of yams handled by the Nigerian Railway was decreased uring this period. 
Same tendancy can be seen in case of cocoa. During the depression the percentage
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Table 6 Tonnage of yams carried into railway stations. 
    stations which handled more than ten tons of yams)
(listed only 
      (tons)
  Stations 
Iddo 
 Olomu 
 If  o 
Agbeshi 
 Arigbajo 
Itori 
Wasimi 
Owowo 
Lafenwa 
Sanushi 
Opeji 
Ashipa 
Eruwa Road 
Olokemeji 
Total (A) 
Olodo 
Iwo 
Ileigbo 
Origo 
Ede 
Oshogbo 
Dagbolu 
Ikirun 
Okuku 
Offa 
 Illa Market 
Elebu 
Bode-Sadu 
Jebba 
Total (B) 
 (B)M(A)  -i-(B)96
1911
            Years 
1915 1925 1927 1932 1933
215 
128 
157
 39 
539 
 22 
184 
 12 
 19 
194 
 74 
 42 
 58 
 61 
873 
1573 
 74.  1
 19 
 75 
 11 
 21 
 48 
 17 
217 
 24 
290 
106 
 34 
 70 
110 
 29 
192 
855 
79.8
 14 
102 
 43 
 26 
 37 
 33 
255 
 96 
546 
154 
 12 
 43 
 35 
995 
1675 
222 
 21 
1157 
158 
5114 
95.3
 16 
128 
 13 
109 
 13 
 13 
 17 
 29 
 23 
 12 
373 
 11 
 45 
431 
 65 
 11 
 37 
 12 
705 
1583 
 50 
 31 
770 
 28 
3779 
 91.0
 87 
 22 
 14 
 16 
 44 
 27 
210 
 37 
325 
 97 
 79 
 14 
699 
1535 
241 
3017 
93.5
 16 
 51 
 36 
 12 
115 
 37 
249 
230 
146 
 13 
1360 
2301 
290 
4626 
 97.6
       Source: Nigerian Railway, Administrative Reports, Ebute Metta 
of tonnage of cocoa brought in the stations which were situated north of Ibadan 
has kept over 30 percent, but the total tonnage of cocoa which was brought in 
the Nigerian Railway's stations declined. 
   To addition to this Berry's explanation, the author thinks it also necessary to 
suppose that the effects of the depression almost equally attacked farmers in 
cocoa belt and farmers in savannah areas through price decline of both cocoa and 
main food stuffs. If this supposition can be held good, we must come back to the 
question again. What was the main factor which made the farmers do the  'perverse'
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economic  behaviour  ? The most probable answer is that because of road construction 
from Ondo to the coast, farmers in Ondo area became to enjoy relative advantage 
of cocoa production than farmers in Ife or  Ilesha, Ikirun and Okuku. And to 
addition that, in Ondo area, there was vast unoccupied land which can be used for 
cocoa farming, and this was also a very attractive factor for farmers. Farmers who 
lived in the area along the railway had still relative advantage of cocoa production, 
so far as transport cost was concerned, than those who lived in Ondo area, but 
they began to feel the lack of good land for cocoa plantation by this time. 
   In late 1920's Ondo area became to have two attractive factors,vast unused 
land and its own transport means to Lagos. Farmers who lived near the railway 
stations and felt that they wanted for ample land for cocoa planting were attracted 
by the former factor. And farmers who lived in the area far from the railway 
stations were attracted by the latter factor. There should have been not only the 
advantage of forest belt over savannah area, and cocoa farmers over food producing 
farmers which Berry has described, but also the advanage of Ondo area over old 
cocoa producing areas. This is one of the reasons why many Yoruba farmers 
migrated into Ondo area to plant cocoa during the depression period. 
   However, concerning to the migration of farmers into cocoa belt, we can not 
avoid thinking of non cocoa farmers. It has become clear gradually that after the 
depression, ot only those who are involved in the cocoa industry but also those who 
are not involved in the cocoa industry migrated into cocoa belt. The development 
of  these migration is highly related to the development of cocoa belt, however, the 
development of migration has its own problems to be solved from the other view 
point. So it can not be discussed here. But it must be very interesting to note 
that after the depression when cocoa price began to rise again, a kind of division of 
labour between cocoa farmer and food producing farmer became conspicuous in 
cocoa belt (Udo, R.K. 1975 71-74). This means that formation of the cocoa belt, 
in other words progress of regional differentiation has inevitably been accompanied 
with the division of labour in the cocoa belt.
 6 Summary 
   The development of cocoa farming in Western Nigeria has been examined in 
relation to the development of transport system. By taking into account he cocoa 
prices in each town, the growth rates of cocoa planting or cocoa exporting were 
found to be highly related to the reduced rate of transport cost from each town 
to the exporting port, Lagos. With regard to development of transport system 
after 1900 and before World War II, we can recognize three phases. 
   In the first phase (1901-1906), transport cost was relativelysmall and it did not
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matter for farmers. In the second phase (1907-1922), cocoa price continued to 
decline, and in some peripheral cocoa producing area, transport cost to Lagos 
became a matter of great importance to farmers. And in the last phase  (1923— and 
after), cocoa price was extremely low, nevertheless, as some important roads were 
completed, both cocoa planting and cocoa production kept increasing. And what 
is called 'perverse' economic behaviour was explained from different point of 
Berry's view. Such farmer's behaviour can be well explained by economically 
reasonable facts. According to the development of transport, in some area, it was 
a profitable industry to plant and produce cocoa even during the depression period. 
But after the depression, as cocoa price regained its late 1910's level, cocoa 
production in new area such as in Ondo area expanded rapidly. And it must be 
noted that a large scale of migration of farmers both inter-regional and  infra-
regional (migration within cocoa belt) movement was involved in this rapid 
expansion.
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